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it felt good to slip the shift lever into 
5th, watching the speedometer climb in 
chorus with the mechanical song behind 
our backs. It was almost like being in a 
miniature Mercedes C-111 with an open 
top. The wind tore at our hair and the 
sun came in at an angle and we knew 
we were into something good. 

All the nominees in our First Annual 
Motor Trend Import/Car of the Year 
were good: they wouldn't have gotten 
here in the first place if they hadn't 
been. But, somehow, the Porsche was 
better, more relevant at its price for the 
task it was designed to do - carry two 
people across great chunks of land at 
almost any speed they chose to go and 
do it in comfort. And that is precisely 
what the Import/Car of the Year Award 
is all about - finding the imported vehi-
cle that fulfills its destiny better for the 
money than any other. When we all 
thought about it, the CARS Panel 
(John Cannon, Phil Hill, and Cary Lof-
tin. Fourth panel member Les Richter, 
Riverside Raceway President, had to 
decline participation, because of an 
emergency), and the staff, no matter 
which one of the bunch was a senti-
mental favorite, you had to admit the 
Porsche was the only really modern 
automobile of the lot. Small overall dim-
ension, large passenger and luggage 
space, small engine but good perfor-
mance, unexcelled cornering and brak-
ing capabilities and of course,mid-engine 
location - the new status symbol after 
5-speed gear boxes. Then, there was the
specter of the 125 horsepower six with
its overhead cams and injection. And 
that's another reason why the 914s, the
4 and the 6 polled the votes. It's sort of 
like the Road Runner Hemi option, very
few buy it but it's there just in case.

You cannot say that a 914 has the 
same visceral appeal as the sleek-back 
911 series and yet that kind of locked-in 
fastback shape was of the '60s, a kind 
of last farewell to the good-old pre-
WW II days of torpedo Pontiacs and as 
dead as the Dodo in an age when form 
must follow function. Just as the shape 
of the Daytona winning Porsche 917s 
is a matter of going fast, not looking 
fast, the car of the '70s will relate to 
the ills of our age, not aggravate them. 

Somehow, the people in the small 
plant in Stuttgart, Germany knew this 
better than we or their other would-be 
competitors. Perhaps that is really why 
the Porsche won over eight fine con-
tenders. Sure, it was one of the best 
handling machines any of us had ever 
driven, and no one faulted steering 
response or leg room but the car under-
scores better than anything else the shift 
in automotive design influence out of 
America. Here we were in one of the 
first contemporary vehicles of the '70s 
and it had nothing to do with Detroit or 
the UAW or Yankee ingenuity. And 
you know, maybe that's precisely why. 
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ROAD TEST 
Evaluating the first modern sports car for the masses. 
It's all coming back now, my dream of 
slipping calmly into a Formula 1 car 
on a starting grid somewhere in Eu-
rope, the pre-race activities storming 
chaotically about, bands playing, flags 
waving, journalists asking nonsense 
questions, mechanics screaming fren-
zied instructions trying to penetrate my 
cotton-stuffed ears. I adjust my gog-
gles and helmet, check the gauges one 
last time. The green flag goes up, quiet 
consumes the fervor of prior moments. 
The starter jumps, cars lurch forward 
as their clutches engage, leaving the 
grid clothed in the blue haze of tire 
smoke, gasoline, and the acrid but sweet 
smells of auto racing. Monte Carlo, 
Spa, Nurburgring, Watkins Glen, all 
fall before my skillful ability in a car. 
Ah, the checkered flags, the victories, 
parties, women, even a World's Cham-
pionship, they are once again vivid in 
my mind. 

But what has stirred the spirit of my 
repressed, subliminal mind meander-
ings. The still-lingering sensations of 
the Porsche 914, that's what. True, it's 
no racer, but for a person too long ac-
customed to the animal Automobilius 
Detroitus, the 914 gives the very real 
impression of a competition machine. 
There's the arms-out, straight-legged 
driving position, super-quick steering 
response, five-speed gear box, and road 
holding qualities which seemingly 
stretch the law of centrifugal force. 
Remove the fiberglass top, and it's in-
stant Group 7 racer. 

The competition illusion does not end 
here. There are not 400 throbbing 
horsepower st.raining in 455 cubic inches 
of eight cylinders. There is no record-
breaking acceleration. But, in today's 
auto market, a safety, pollution and in-
surance maze, these things are no long-
er relevant. What distinguishes the 
Porsche 914 is not its engine size or 
power, but its placement amidship di-
rectly behind the driver. Just like Mc-
Laren has it, right? 

Many things have been said about 

the 914. Some think it ugly, under-
powered, overpriced. Critics have even 
accused it of not being a real Porsche. 
Perhaps these reactions are caused by 
our Pavlovian conditioned responses 
to the name Porsche, a symbol which 
conjures up images of sleek, fast cars 
that overwhelm their competitors. But 
whatever the car is or is not, there is a 
consensus on one point, the 914 is a 
thoroughly modern automobile. 

There is something about the Porsche 
marque which creates a quickening of 
our senses. In a too oft used term, Ger-
man automobiles have charisma, that 
intangible something which sets a 
motor car apart and makes it unique in 
a world filled with mass produced med-
iocrity. The 914 has Porsche charisma. 
It turns heads on the street, the sight of 
it compels people to make comments. 
Young kids point as you drive along, 
other motorists peer surreptitiously as 
you pass and maneuver easily through 
traffic. Maybe it's the radical idea of 
producing a mid-engine sports car for 
the middle class, or maybe it's those 
gold Porsche letters on the engine vent. 

When evaluating this automobile, 
you must consider the reasons behind 
its design. In the 914/4, powered by a 
1,679cc Volkswagen engine which, with 
the help of Bosch electronic fuel injec-
tion, delivers 85 hp at 4,900 rpm, 
Porsche engineers have tried to fill the 
void left by the demise of the 912 series. 
They have succeeded admirably. Here 
is a car with a west coast P.O.E. price 
of $3,695 ($3,595 on the east coast) 
which provides the fun of a sports car 
with the economy of the reliable VW. 
Critics claim the 914/4 is a disguised 
Volkswagen bearing the Porsche label. 
They seem to forget the 356 model of 
a few years back which was also VW-
powered. No matter, the 914 doesn't 
feel remotely like any VW you have 
ever driven. All Porsche has done is re-
turn to an· inexpensive, reliable engine 
and at a lower price than before. For 
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the more discerning enthusiast, there 
is the 914/6 with real Porsche power 
from a 1,991cc horizontally opposed six 
which develops 125 hp at 5,800 revs. It 
combines the same race car feel of its 
lower priced brother and has the match-
ing performance. It also costs a 
Porschesque $6,000. 

Straight-line performance in the 
914/4 can not be called outstanding. It 
is, however, adequate for most driving 
situations. Quarter-mile times were bet-
ter than expected with a best e.t. of 
18.26 seconds and 75.25 mph. The trick 
in getting maximum performance from 
the 85 hp engine is having the car in 
the proper gear. It soon became ap-
parent during testing that the 914/4 is 
definitely controlled by gear selection 
with engine bog if you were one gear 
too high. The standard five-speed trans-
mission helps in this narrow power-band 
problem but also creates a few problems. 
Most notable characteristic of the 
Porsche servo-thrust synchronized gear 
box was the rather vague linkage mak-
ing it sometimes possible to find reverse 
while hunting for second or even make 
a power shift from first to fourth. Down-
shifting, thank the Lord, was some-
what better if approached with a re-
laxed, controlled attitude. Combined 
with this vague linkage were rather 
long shift throws which caused even 
the swiftest hand to lose a minimum of 
1,000 revs during up-shifts. Accelera-
tion and cruise ranges in each gear are 
fairly limited, as is common with most 
five-speeds. In defense of the 914/4's 
drive train, it must be said that there 
is a relatively wide useful rpm range 
but you do tend to run through it rather 
quickly and since there is little acceler-
ation available below 3,000 revs in any 
gear, driving in congested areas can 
give the right arm a good going over. 

The 914/6 lacked little in the way of 
performance, due to a 40 hp increase 
and only 88 additional pounds for the 
two extra cylinders. The 6's power 
emanates from the four-stroke cycle, 
air cooled 911 E engine. Its cast iron 
cylinders, light alloy heads, and forged 
steel crankshaft with eight main bear-
ings provide a 3.15 x 2.60-inch bore/ 
stroke and an 8.6:1 compression ratio. 
One overhead camshaft per cylinder 

CHASSIS SPECS 

bank operates a conventional valve ar-
rangement of one intake and one ex-
haust for each piston. In addition to its 
125 hp rating, the 914/6 engine pro-
duces 131 pounds-feet of torque at 4,200 
rpm. Performance of the 914/6 is typ-
ically Porsche: it won't win many drag 
races but watch out on those road cir-
cuits. Its best quarter-mile time was 
16.05 seconds with a speed of 85.55 
mph. Besides the additional horsepower 
inherent in the 6's engine, a more posi-
tive shift linkage helped the car's per-
formance. Unlike the 4, the 914/6 
exhibits an ease of shifting surpassed 
by few cars. The throws are still rather 
long, but since the gears are easy to 
find, rpm loss is minimal. Problems 
still occur in downshifts, especially 
from fourth when you can end up in 
fifth. The whole thing takes getting 
used to but once mastered, the 6's link-
age is positive with easy-to-find gear 
slots. And, there is little right arm 
fatigue when driving in heavy traffic. 

Go power of both 914s is matched by 
exceptional stopping power. Both cars 
are equipped with four-wheel disc 
brakes and combined with the 914's 
light weight (around 2,000 pounds) 
braking is fast, sure, and straight. Dual 
brake systems on both models operate 
the discs with the 6 featuring internal-
ly vented front brakes. The 4 has a 
front/rear disc diameter of 11/11.1 
inches while the 6's brakes have diam-
eters of 11.12 and 11.26 inches. In our 
panic-stop tests from 30 and 60 mph, 
the 914/4 halted in 22 feet and 127.5 
feet respectively. No wheel correction 
was needed and the brake balance was 
so perfect that all four brakes locked 
simultaneously. Braking action in the 
6 was almost a duplicate of the 4 ex-
cept that distances were a trifle short-
er. Once again the automobile displayed 
a stability which is hard to believe al-
though the right side brakes locked a 
little sooner due to the driver's weight. 

Stories of Porsche handling are al-
most as old as the Greek Myths and 
sometimes as fraught with Homeric 
imagination. The 914 does not disap-
point this living legend. The car is so 
stable, so flat in cornering, that you 
want to go quicker and quicker each 
time until you either exceed the ma-

chine's limit or your own and usually 
the latter occurs first. Just how much 
effect the mid-engine design has on the 
914's handling is hard to tell, although 
there is definitely less unsprung weight 
than on other cars. The near equal 
front/rear weight distribution of 45/ 
55 percent doesn't hurt either. Front 
suspension of the 914 is straight from 
the 911 sans anti-roll bar. Components 
of the independent suspension include 
transverse control arms, telescopic hy-
daulic dampers, and longitudinally 
mounted round section bars, one per 
wheel. Rear suspension is all new due 
to the engine placement. It is inde-
pendent with longitudinal control arms, 
coil springs, and hydraulic double-acting 
telescopic shock absorbers. 

If you are accustomed to American 
sedans, the 914's ride will probably 
strike you as firm. Every small bump 
and road roughness is transmitted to 
the passenger compartment and the 
spine-tingling sensation of hitting a 
rather large dip or bump will satisfy 
the discerning sports car purist. 

Basically, the 914's steering is neu-
tral and extremely sensitive with the 
ZF rack and pinion system claiming a 
17.78:1 ratio. At low and moderate 
speeds the slightest steering wheel de-
flection sends the car off in a new di-
rection. In higher speed ranges this 
wheel sensitivity diminishes somewhat 
but still no effort is required to steer 
the automobile. With no engine up front 
to exert undo weight on the wheels, you 
get the impression of power steering 
without losing the feel of the road sur-
face. Due to its size, 96.5-inch wheel-
base, and quick steering response, the 
914 is extremely maneuverable in traf-
fic, a definite plus when travelling in 
congested downtown areas or on 
crowded freeways. Quite often this 
maneuvering ability will raise the ire 
of other motorists who curse enviously 
as you slip serenely into traffic slots 
they wouldn't dare try. One improve-
ment the 914 demonstrated over other 
Porsches was its stability in the wind. 
Unlike the 911 which was buffeted 
about, the 914 experienced no severe 
effects due to winds and also did not 
hop from rut to rut at any speed. 

continued on page 118 

Transmission: 5-speed. Final Drive Ratio: 4.429:1. Steering Type: ZF
rack and pinion. Steering Ratio: 17.78:1. Turning Diameter: 36.1 ft. 
curb-to-curb. Wheel Turns: 2.5 lock-to-lock. Tire Size: 155 SR 15 tube• 
less - 165 HR 15 with tube (914/6). Brakes: 4-wheel discs. Front Sus-
pension: Independent, transverse control arms, telescopic hydraulic 
dampers. Rear Suspension: Independent, longitudinal control arms. 
Body /Frame Construction: Welded, unitized. Wheelbase: 96.5 ins.
Overall Length: 157.0 ins. Width 65.0 ins. 

PERFORMANCE 914 914/6 
Acceleration 

0-30 mph . . . . . . . . . . . . . • . . . . . . . . . 4.0 secs. . . . . . . . . 3.3 secs. 
0-45 mph . . . . . . . . . . . . . . . . . . . . . . .  7.55 secs. . . . . . . . . 5.3 secs. 
0-60 mph . . . . . . . . . . . • • . . . . . . . . .12.4 secs . . . . . . . . .  8.4 secs. 
0-75 mph . . . . . . . . . . . • . . . . . . . . . . .  18.2 secs. . . . . . . . .  12.5 secs. 

Standing start 
SPECIFICATIONS 914 
Engine Pushrod opposed 4 

air cooled 
Bore and Stroke 3.54x2.60 ins. (90x66 mm) 
Displacement 102.3 c.i. (1679cc) 
Horsepower 85 (SAE) @ 4900 rpm 
Torque 109 (SAE) @ 2800 rpm 
Compression ratio 8.2:1 
Carburetion Bosch fuel injection 
Height 48.0 ins. 
Front track 52.8 ins. 
Rear track 54.3 ins. 
Curb weight 1982 lbs. 
Fuel capacity 16.4 U.S. gallons 
Oil capacity 3.75 qts. 

914/6 
SOHC opposed 6 
air cooled 
3.15x2.60 ins. (80x66 mm) 
121.5 c.i. (1991cc) 
125 (SAE) @ 5800 rpm 
131 (SAE) @ 4200 rpm 
8.6:1 
2 triple throat carbs 
48.4 ins. 
53.6 ins. 
54.5 ins. 
2070 lbs. 
16.4 U.S. gallons 
9.5 qts. 

(quarter mile) . . . . . . . . . • . . . . . . . . .  18.26 secs . . . . . . . .  16.05 secs. 
. . . • . . . . . . . • . . . . . . .  75.25 mph . 85.55 mph 

Passing speeds 
40-60 mph . . . . . . . • . . . . . . . . • . . . . . . .  6.2 secs. 
50-70 mph . . . • . . . . . . . . . . . . . . . . .  8.2 secs. 

Speeds in gears 
1st . . . . . . . . . . . . . . . . . .  30.06 mph 

15600 
rpm 

2nd . . . . . . . . . . . . . . . . . .  50.05 mph 5600 rpm 
3rd . . . . . . . . . • • . . . . . . .  75.0 mph 5600 rpm 
4th . . . . . . . . . . . . . . . . . .  86.0 mph 4600 rpm 
5th . . . . . . . . . . . . . . . . . .  90.0 mph 3300 rpm

3.7 secs. 
4.8 secs. 

N.A. 
N.A. 
N.A. 
N.A. 
N.A. 

MPH per 1000 rpm 
(in top gear) . . . . . . . . . .  27.2 mph . . . . . . . . . . . . . . . . . . . . . . . .  N.A. 

Stopping distances 
From 30 mph . . . . . . . . . . . . . . . . . . . . . .  22.0 ft. . . . . . . . . . 21.6 ft. 
From 60 mph . . . . . . . . . . . . . . . . . . . . . .  127.6 ft. . . . . . . . . .  127.1 ft. 
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The Porsche 914 can be anything you want it to 
be. Make it a racer, for real or pretend, and take 
on your favorite road. Make it fast, make it 
slow, it's a very forgiving car. II only seems 
to require that you enjoy yourself. 
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